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MANOEUVER GENERATION FOR
AUTOMATED DRIVING

CROSS-REFERENCE TO RELATED
APPLICATIONS

This application claims foreign priority benefits under 35
U.S.C. §119(a)-(d) to European patent application number
EP 13184034.0, filed Sep. 12, 2013, which is incorporated
herein by reference in its entirety.

TECHNICAL FIELD

Embodiments herein relate to an arrangement for
manoeuvre generation for automated driving on a one-way
road of a vehicle hosting the arrangement.

Further embodiments herein relate to a method for
manoeuvre generation for automated driving on a one-way
road of a vehicle hosting the arrangement.

Still further embodiments herein relate to a motor vehicle
comprising an arrangement for manoeuvre generation for
automated driving on a one-way road of a vehicle hosting
the arrangement.

BACKGROUND

One area of automotive vehicle control where a high level
of autonomy is both desirable and realizable is when trav-
elling on one way roads. During vehicle travel on one way
roads (e.g. highways) a high percentage of traffic accidents
and fatalities are related to the human factor in lane change
and overtake manoeuvres.

Thus, advanced driver assistance systems (ADAS) or
fully automated systems for these types of manoeuvres are
of great interest.

Manoeuvre generation with respect to surrounding
vehicles can be viewed as an obstacle avoidance problem.
Obstacle avoidance is a part of dynamic path planning since
a collision free trajectory is crucial for performance.

Several methods for handling the obstacle avoidance
problem have been proposed, where the most common
include grid/graph based search, and relative velocity and
distance based cost functions or conditions.

In grid/graph based search methods such as e.g. A*, D*,
and rapidly exploring random trees (RRT), grid cells or
graph nodes are assigned obstacle dependent cost, thus
allowing the algorithm to find collision free trajectories.
However, the algorithms can require significant computer
memory and the efficiency of the algorithms is heavily
dependent on the heuristics used.

Cost functions or constraints based on the distance and
relative velocity to obstacles are commonly used due to their
straightforwardness and simplicity. By either adding a cost
term that increases when obstacles are in close proximity
and the risk of collision is imminent or as a constraint on e.g.
minimum distance allowed to obstacles, collision free tra-
jectories can be achieved.

However, these types of cost terms or constraints are
normally non-linear and/or non-convex, thus providing no
guarantee of generating an optimal solution.

Although the above mentioned approaches for obstacle
avoidance does give good results in a number of applications
they also come with various drawbacks where the main
drawback is the trade-off between required computational
resources and solution optimality.

SUMMARY

Embodiments herein aim to provide an improved arrange-
ment for manoeuvre generation for automated driving on a
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2

one-way road of a vehicle hosting the arrangement, the host
vehicle further comprising one or more advanced driver
assistance systems.

This is provided through an arrangement comprising: a
controller arranged to repeatedly, with a fix time interval,
determine a collision free reference trajectory for longitu-
dinal and lateral movement of the host vehicle allowing the
host vehicle to retain a desired velocity and maintain the host
vehicle in a preferred lane utilizing model predictive control
and quadratic program formulation; the controller further
being arranged to utilize a control scheme where the struc-
tured environment of the one-way road is exploited in order
to linearly formulate collision avoidance constraints, the
controller further being arranged to perform the manoeuvre
generation through the solution of the quadratic program,
the controller further being arranged to control the one or
more advanced driver assistance systems to perform the
generated manoeuvre.

Utilizing model predictive control and quadratic program
formulation a computational efficient arrangement that
allows for collision free trajectories to be planned over a
significant prediction horizon while accounting for system
constraints is provided, which as such can be regarded as a
step towards automated drive, providing a high-level control
scheme that can utilize the low-level control capabilities of
other advanced driver assistance systems (ADAS) such as
adaptive cruise control (ACC) and lane keeping aid (LKA).

According to a second aspect the controller is arranged to
determine the collision free reference trajectory for longi-
tudinal and lateral movement of the host vehicle through
solving an optimization problem minimizing a path perfor-
mance index subject to host vehicle dynamics, convenience/
comfort constraints and safety constraints.

The controller being arranged to account for host vehicle
dynamics, convenience/comfort constraints and safety con-
straints provides for improved planning of collision free
trajectories.

According to a third aspect a set of difference equations
is used to model the host vehicle dynamics relative to its
surrounding vehicles in a road aligned coordinate frame.

The provision of a set of difference equations is used to
model the host vehicle dynamics provides for a computa-
tional efficient vehicle model.

According to a fourth aspect a set of convenience/comfort
constraints is enforced, for ensuring determination of con-
venient and smooth trajectories for longitudinal and lateral
movement of the host vehicle.

Enforcing of the set of convenience/comfort constraints
ensures determination of convenient and smooth trajectories
for longitudinal and lateral movement of the host vehicle.

According to a fifth aspect a set of collision constraints for
ensuring that the host vehicle is restricted to stay outside
safety critical regions is used, which set includes one or
more of: a requirement that the vehicle stays on the road;
Forward Collision Constraints; and Rear Collision Con-
straints.

The provision of the set of collision constraints ensures
that the host vehicle is restricted to stay outside safety
critical regions.

According to a sixth aspect the one or more advanced
driver assistance systems (ADAS), comprises at least one of
an adaptive cruise control (ACC) and a lane keeping aid
(LKA) system, with the actuators and sensor arrangements
normally associated with these systems.

The provision of at least one of an adaptive cruise control
(ACC) and a lane keeping aid (LKA) system, with the
associated actuators and sensor arrangements provides for
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the execution of the generated path by the low-level control
modules of existing advanced driver assistance systems,
resulting in a system with automated drive capability.

According to a seventh aspect a motor vehicle is provided
which comprises an arrangement for manoeuvre generation,
as described herein.

A motor vehicle comprising an arrangement for manoeu-
vre generation, as described herein, will provide improved
safety through ensuring that collision free trajectories can be
planned and executed.

According to an eight aspect is further provided a method
for manoeuvre generation for automated driving on a one-
way road of a vehicle hosting the arrangement, the host
vehicle further comprising one or more advanced driver
assistance systems.

This is provided through a method comprising the steps
of: repeatedly, with a fix time interval, determining a colli-
sion free reference trajectory for longitudinal and lateral
movement of the host vehicle allowing the host vehicle to
retain a desired velocity and maintain the host vehicle in a
preferred lane utilizing model predictive control and qua-
dratic program formulation; utilizing a control scheme
where the structured environment of the one-way road is
exploited in order to linearly formulate collision avoidance
constraints, performing the manoeuvre generation through
solving the quadratic program, controlling the one or more
advanced driver assistance systems to perform the generated
manoeuvre.

Utilizing model predictive control and quadratic program
formulation a computational efficient method that allows for
collision free trajectories to be planned over a significant
prediction horizon while accounting for system constraints
is provided, which as such can be regarded as a step towards
automated drive, providing a high-level control scheme that
can utilize the low-level control capabilities of other
advanced driver assistance systems (ADAS) such as adap-
tive cruise control (ACC) and lane keeping aid (LKA).

BRIEF DESCRIPTION OF THE DRAWINGS

In the following, embodiments herein will be described in
greater detail by way of example only with reference to
attached drawings, in which

FIG. 1 is a schematic illustration of a host and surround-
ing vehicles travelling on a road with two lanes where the
shaded areas around the surrounding vehicles indicate safety
critical regions which the host vehicle should not enter.

FIG. 2 is a schematic illustration of a scenario setup and
notations.

FIG. 3 is a schematic illustration of a Forward Collision
Constraint enforced for a surrounding vehicle in the same
lane as the host vehicle.

FIG. 4 is a schematic illustration of a Rear Collision
Constraint enforced for a surrounding vehicle in the same
lane as the host vehicle.

FIG. 5 is a schematic illustration of a bounded risk area
(shaded) approximated by the Forward Collision Constraint
and Rear Collision Constraint simultaneously enforced.

FIG. 6 is a schematic illustration of a relative position
trajectory of the host and surrounding vehicle, as well as the
velocity profile of the host vehicle for a first scenario.

FIG. 7 is a schematic illustration of a relative position
trajectory of the host and surrounding vehicle, as well as the
velocity profile of the host vehicle for a second scenario.

FIG. 8 is a schematic illustration of a relative position
trajectory of the host and surrounding vehicle, as well as the
velocity profile of the host vehicle for a third scenario.
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FIG. 9 is a schematic illustration of TABLE I: Containing
initial conditions for three considered scenarios, and Ax,
denotes the relative longitudinal position [m] and, v, , v, are
the velocities [m/s].

FIG. 10 is a schematic illustration of TABLE II: Contain-
ing general design parameters for a decision and control
algorithm.

FIG. 11 is a schematic illustration of TABLE III: Con-
taining design parameters for the decision and control algo-
rithm using approach 1-4.

Still other objects and features of embodiments herein
will become apparent from the following detailed descrip-
tion considered in conjunction with the accompanying draw-
ings. It is to be understood, however, that the drawings are
designed solely for purposes of illustration and not as a
definition of the limits hereof, for which reference should be
made to the appended claims. It should be further under-
stood that the drawings are not necessarily drawn to scale
and that, unless otherwise indicated, they are merely
intended to conceptually illustrate the structures and proce-
dures described herein.

DETAILED DESCRIPTION

As required, detailed embodiments are disclosed herein.
However, it is to be understood that the disclosed embodi-
ments are merely exemplary and various and alternative
forms are possible. The figures are not necessarily to scale.
Some features may be exaggerated or minimized to show
details of particular components. Therefore, specific struc-
tural and functional details disclosed herein are not to be
interpreted as limiting, but merely as a representative basis
for teaching one skilled in the art to variously employ the
present disclosure.

FIG. 1 is a schematic illustration of vehicles travelling on
a one-way road having two lanes, a host vehicle e and two
additional vehicles i. The shaded boxes around the surround-
ing vehicles 1 indicate safety critical regions which the host
vehicle e should not enter.

For simplicity only two lane one-way roads will be
considered in the following description. However, the teach-
ings provided herein may be expanded to consider roads
having more lanes, without loss of generality.

Consider the scenario shown in FIG. 1. In the illustrated
scenario, there is one vehicle i in front of the host vehicle e
and another vehicle i in the adjacent lane. In this situation,
the host vehicle e could either adjust its speed to the
preceding vehicle i or accelerate and overtake the preceding
vehicle 1, passing in front of the preceding vehicle i in the
adjacent lane, or perhaps wait until the vehicle i in the
adjacent lane passes before performing the manoeuvre of
overtaking the preceding vehicle i.

For a human driver, the choice of which manoeuvre to
perform might be the result of balancing factors like having
to adjust to the (relative) velocities of the surrounding
vehicles i and the effort and safety risks associated with the
alternative manoeuvres.

In the following will be described a computational effi-
cient method that allows for collision free trajectories to be
planned over a significant prediction horizon while account-
ing for system constraints.

As follows, the decision making and path planning prob-
lem for automated driving on a one-way road is considered
as a model predictive control (MPC) problem formulated as
a quadratic program (QP).

Further, the structured environment of one-way roads is
exploited in order to linearly formulate the collision avoid-
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ance constraints. This is very beneficial since within the
MPC framework, collision avoidance constraints often
result in problems of prohibitive computational complexity
e.g. due to mixed-integer inequalities.

The proposed problem formulation thus allows for a
decision and control scheme for fast predictive manoeuvre
generation through the solution of a QP. This high-level
controller will at each time instance provide a reference
trajectory for the longitudinal and lateral vehicle movement,
all in purpose of allowing the host vehicle e to retain its
desired velocity and maintain the host vehicle e in a pre-
ferred lane while avoiding collision with other vehicles i.

The controller may include a microprocessor, microcon-
troller, programmable digital signal processor or another
programmable device. The controller may also, or instead,
include an application specific integrated circuit, a program-
mable gate array or programmable array logic, a program-
mable logic device, or a digital signal processor. Where the
controller includes a programmable device such as the
microprocessor, microcontroller or programmable digital
signal processor mentioned above, the processor may further
include computer executable code that controls operation of
the programmable device for performing the functions or
operations described herein.

In the following the path planning problem will be
formulated as an optimization problem, that is, the problem
of finding a path that minimizes a performance index (la),
while obeying restrictions set by the vehicle dynamics (1b),
maintaining a convenient ride through convenience con-
straints (1c) as well as ensuring that the host vehicle e stays
on a safe collision free path through safety constraints (1d).
This problem is repeatedly solved with a fix time interval.

This path planning optimization problem is considered as
a high level control scheme similar to the decision making
process of a human driver. The execution of the generated
path can be a achieved by the low-level control modules of
existing advanced driver assistance systems (ADAS), e.g.
adaptive cruise control (ACC) and lane keeping aid (LKA),
resulting in a system with automated drive capability.

The system can as such be regarded as a step towards
automated drive, providing a high-level control scheme that
can utilize the low-level control capabilities of other ADAS
such as ACC and LKA.

Consider the notation introduced in FIG. 2, which illus-
trates a scenario setup and notations where the host vehicle
is designated e and the surrounding vehicle i. The following
set of difference equations is used to model the host vehi-
cle’s motion, vehicle dynamics (1b), relative to its surround-
ing vehicles in a road aligned coordinate frame at a specific
time instance k.

The longitudinal distance Ax, between the surrounding
vehicle i1 and the host vehicle e, 1.e. along the x-axis, at the
specific time instance k is calculated as a sum of the
longitudinal distance Ax,  at the previous time instance k-1
and a difference between the surrounding vehicle i longitu-
dinal velocity v, at the sampling instance k multiplied with
the sampling time h and the host vehicle e longitudinal
velocity v, at the previous time instance k-1 multiplied

k-1

with the sampling time h.

Ay =A%, i Ji=ve b (a)

The lateral position y, of the host vehicle e at the specific
time instance k is calculated as a sum of the lateral position
V., of the host vehicle e at the previous time instance k-1
and the host vehicle e lateral velocity v,, at the sampling

instance k multiplied with the sampling time h.

Ve Vi1tV (2b)
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The longitudinal velocity v, of the host vehicle e at the
specific time instance k is calculated as the longitudinal
velocity v, of the host vehicle e at the previous time
instance k-1 and the longitudinal acceleration a,, of the host
vehicle e at the sampling instance k multiplied with the
sampling time h.

v,

Vo T (2¢)

The lateral velocity v,, of the host vehicle e at the specific
time instance k is calculated as the lateral velocity v,, , of the
host vehicle e at the previous time instance k-1 and the
lateral acceleration a,, of the host vehicle e at the sampling

instance k multiplied with the sampling time h.

V.

J’k:vxk71+aYkh (2d)

As illustrated above the lateral position, longitudinal
velocity, lateral velocity, longitudinal acceleration, and lat-
eral acceleration of the host vehicle e, are respectively
denoted by y, v,, v,, a,, and a,. The longitudinal velocity of
surrounding vehicle i is denoted by v,, and Ax,~(x;-X,)
denote distance between surrounding vehicle i and the host
vehicle e along the x-axis.

As well known a car is a nonholonomic system, i.e. its
position in a cartesian coordinate system is determined by
the followed path. Hence, a target position can be reached if
a feasible path connecting the initial and the target positions
exists. On the other hand, the lateral and longitudinal
positions in equations (2) are independent, i.e. not subject to
the nonholonomic constraints observed in cars. For instance,
a,=0; a,#0 would generate a lateral movement, at a constant
longitudinal velocity, that is infeasible for a

real car. Nevertheless, equations (2) can generate a path in
a cartesian coordinate system that can be followed by a car,
by limiting the slip angle of the vehicle defined as

Vy
K = arctan—=.
VX

In particular, by assuming lkl<10° (=0.17 rad) small angle
approximation leads to

=0.17v,=v,, =<0.17v,

To ensure that no inconvenient or non-smooth paths are
planned, the following comfort constraints are enforced.

The longitudinal velocity v, of the host vehicle e at the
specific time instance k is restricted between zero and a
specified reference longitudinal velocity v, .

Osv, =v,.r (3a).

The lateral velocity v,, of the host vehicle e at the specific
time instance k is restricted between a minimum lateral
velocity v, and a maximum lateral velocity v,

(3b).

v, <
Vomin=V3k= V5 max

The longitudinal acceleration a, of the host vehicle e at
the sampling instance k is restricted between a minimum
longitudinal acceleration a, and a maximum longitudinal
acceleration a, . "

a, =a, =<a

=B (32).
The lateral acceleration a,, of the host vehicle e at the
sampling instance k is restricted between a minimum lateral

acceleration a, and a maximum lateral acceleration a,
i e

i =S (3d).

The difference between the longitudinal acceleration of
the host vehicle e at the sampling instance k and the



US 9,469,296 B2

7

longitudinal acceleration Aa,, of the host vehicle e at the
previous time instance k-1 is restricted between a minimum
longitudinal acceleration difference Aa, ~and a maximum
longitudinal acceleration difference Aa, .

Aa, . =Aa,<Aa

. e (3e).

The difference between the lateral acceleration of the host
vehicle e at the sampling instance k and the lateral accel-
eration of the host vehicle e at the previous time instance
k-1 is restricted between a minimum lateral acceleration
difference Aa, and a maximum lateral acceleration differ-

ence Aa, .
Ymex

gy, mha,=ha, 6.

The above conditions (3b)-(3f) ensure that the planned
manoeuvre confines within the boundaries of the assumed
low-level modules for longitudinal and lateral control.

By confiding within the operating regions of smooth and
comfortable manoeuvres i.e. not safety critical scenarios, a
point mass model is sufficient for the considered operating
region.

The requirements that the host vehicle e stays on the road
at a collision free path, i.e. safety constraints, will now be
introduced.

The requirement that the host vehicle e stays on the road
is formulated as a restriction of the lateral position y, of the
host vehicle e at the specific time instance k. Thus, the lateral
position y, of the host vehicle e at the specific time instance
k is restricted between a minimum lateral position y,,,,, and
a maximum lateral position y,,,,.

Q)

By restricting the host vehicle e to stay outside safety
critical regions, as illustrated in FIG. 1, it is possible to
ensure that the host vehicle e stays on a collision free path.
However, as clearly indicated in FIG. 1, the area outside
such regions is non-convex. In order to keep the planning
problem within the quadratic programming framework, the
safety constraints may be expressed as linear inequality
constraints.

We introduce the Forward Collision Constraint (FCC) as
the sum of a fist quota plus/minus a second quota, which sum
should be less or equal to one.

Ymin=Y =Y max

Ax;, N Ayi,
I T W

5
.1 ®

The first quota is a quota between the longitudinal dis-
tance Ax, between the surrounding vehicle and the host
vehicle e at the specific time instance k and a sum L, of the
longitudinal velocity v, of the host vehicle e at the specific
time instance k multiplied with a desired time gap 6,to the
vehicle in front i and a longitudinal length L_ of the sur-
rounding vehicle i, i.e. a quota between the longitudinal
distance Ax,, between the surrounding vehicle i and the host
vehicle e at the specific time instance k and a sum of a
desired distance v,8,to the vehicle in front i at the specific
time instance k and a longitudinal length L of the surround-
ing vehicle 1.

L/:vxeﬁLc
The second quota is a quota between the lateral distance
Ay;,, between the surrounding vehicle and the host vehicle e
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at the specific time instance k and a sum W of half the lane
width ¥2W, and the width W_ of the surrounding vehicle i.

W=LAW,+ W,

The sign of the second term in the sum of the first and
second quotas (5) depends on which lane the surrounding
vehicle i is in, plus (+) if the surrounding vehicle i is in the
left lane, and minus (-) if the surrounding vehicle i is in the
right lane.

The FCC for a surrounding vehicle i in the same lane as
the host vehicle e is illustrated in FIG. 3.

Similarly, the Rear Collision Constraints (RCC) are intro-
duced as the sum of a third quota plus/minus a fourth quota,
which sum should be less or equal to minus one.

Ax, Ay, (6)

+ =-1
L,

w

The third quota is a quota between the longitudinal
distance Ax, between the surrounding vehicle i and the host
vehicle e at the specific time instance k and a sum of the
longitudinal velocity v, of the host vehicle e at the specific
time instance k multiplied with a desired time 0, gap to the
vehicle behind i and a longitudinal length L. of the sur-
rounding vehicle i, i.e. a quota between the longitudinal
distance Ax,, between the surrounding vehicle i and the host
vehicle e at the specific time instance k and a sum of a
desired distance v, 0, to the vehicle behind i at the specific
time instance k and a longitudinal length L. of the surround-
ing vehicle 1.

L,=v,e,+L,

The fourth quota is the quota between the lateral distance
Ay;,, between the surrounding vehicle i and the host vehicle
e at the specific time instance k and a sum of half the lane
width ¥2W; and the width W of the surrounding vehicle i.

W=LAW,+ W,

The sign of the second term in the sum of the third and
fourth quotas depends on which lane the surrounding vehicle
iis in, minus (-) if the surrounding vehicle i is in the left
lane, and plus (+) if the surrounding vehicle i is in the right
lane.

The RCC for a surrounding vehicle i in the same lane as
the host vehicle e is illustrated in FIG. 4.

In FIG. 5, the FCC and RCC are simultaneously illus-
trated with a bounded risk area (shaded) approximated by
the FCC and RCC simultaneously enforced. We note that
when both constraints are active the host vehicle e is only
allowed to be positioned in this small area adjacent to the
surrounding vehicle i. In principle, we would only like the
FCC to be active when the host vehicle e is behind the
surrounding vehicle 1 and the RCC to be active when the
host vehicle e is in front of the surrounding vehicle i.

The collision constraints are therefore rewritten as fol-
lows.

The Forward Collision Constraint (FCC) is rewritten as
the sum of the first quota plus/minus the second quota plus
a forward shifting factor, which sum should be less or equal
to one (7). The forward shifting factor should be limited
between zero and a maximum value. This can be expressed
as:
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Axy
Ly

Ay M

1W+£Xj7<21

where 0 < Sxp < and,

The Rear Collision Constraints (RCC) are rewritten as the
sum of a third quota plus/minus a fourth quota plus a
rearward shifting factor, which sum should be less or equal
to minus one (8). The rearward shifting factor should be
limited between a minimum value and zero. This can be
expressed as:

Su dn ®
L~ W Xrk =
where g, < &, < 0

A positive value of the forward shifting factor €, shifts

FCC to the right in FIG. 3, which illustrates the FCC
enforced for a surrounding vehicle i in the same lane as the
host vehicle e, and similarly a negative value of the rearward
shifting factor €, shifts RCC to the left in FIG. 4, which
illustrates the RCC enforced for a surrounding vehicle i in
the same lane as the host vehicle e, thus allowing for the
collision constraints to be relaxed.

In the following, the quadratic programming (QP) prob-
lem will be formulated and different approaches for formu-
lating the activation and deactivation of the collision con-
straints will be presented. Without loss of generality, for
clarity only one surrounding vehicle i positioned in the right
hand lane will be considered.

In model predictive control (MPC), at every time instance
t the following finite time, constrained optimal control
problem is formulated and solved,

Assuming that w belongs to R” space. Both w and f are
column vectors with n elements and H is a symmetric nxn
matrix.

min, J=Yow Hw+ffw (9a)

which is minimized with respect to w subject to one or
more constraints of the form:

Gw=K_,(equality constraint) (9b)

DwsK,,. (inequality constraint) (9¢)

Where w” indicates the vector transpose of w. The nota-
tion Dw=K, _ means that every entry of the vector Dw is
less than or equal to the corresponding entry of the vector

Kieq and wa[U,Z | where U,a v, ..., ut+Hp_1T]T is the
solution to the problem i.e. optimal control input sequence,
Zalz, 5, ..., Zt+HPT 17 are the states of the system, and Hp
denotes the prediction horizon. The problem (9) is solved in
receding horizon i.e at every time instance t the problem is
formulated and solved based on the current state z(t) over a
shifted time horizon.

In the following a performance index is introduced.

Temporarily ignoring the safety constraints, the MPC
problem for maintaining the host vehicle e at the centerline
of its preferred lane, y, , and travelling at a desired velocity
V., While aV01d1ng collisions with the j-th surrounding
vehicle G=1, , q) keeping the host vehicle e within the
road boundanes, and fulfilling the host vehicle’s e physical
and design constraints.
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can thus be formulated in QP form as in (9) with:

Hp)

and the cost function for retaining a reference velocity
while allowing smooth ride comfort for the host vehicle e
designed as

W=[AX Vi Vi Vi Qg Uy Vs V5] (R=1,

Jo T vy, VB YV
pa,’

where a, f3, y, v and p are positive scalar Weights The
objective of travelling at a desired velocity v,, , is achieved
by the a(v, ~v, )2 term, while the [S(yk—y,ef)i term satisfies
the obJective of maintaining the host vehicle e at the
centerline of its preferred lane, y,,, and implies a cost
associated With a lane change manoeuvre, whereas the yv,, =;
v x:; and pa,, 2 terms allow for ride comfort. Further the
presented Vehicle model is included in the problem formu-
lations by letting (9b) correspond to the system dynamics i.e.
(2), and (9¢) correspond to the system constraints i.e. (3)-(4).

The signals v, and y, are treated as measurable exogenous
disturbance signals. Such measurements can be obtained
using e.g. a doppler radar, such as commonly provided by
advanced driver assistance systems (ADAS) such as adap-
tive cruise control (ACC) systems. Further, it is assumed that
all surrounding vehicles i are travelling at constant velocity
and that they do not change their lane position over the
prediction horizon. However, it is to be noted that a more
advanced model the surroundings may be included in the
framework of the present disclosure, which is thus not
limited to the above assumption.

The presented approaches for formulating the safety con-
straints are included in (9) by incorporating respective cost
function i.e. performance index in (9a) and constraints in
(9¢).

To maintain problem convexity only two lanes are con-
sidered. However, without loss of generality, more lanes can
be considered by formulating and solving several QPs.

In a first approach the cost function for enabling appro-
priate activation and deactivation of (7) and (8), i.e. deter-
mine when €, and €, assumes non-zero value, is defined as:

(10)

Hp-1

Ji=Jy= Z ysxﬂ(
k=0

an
- &z, +YAxie, & OAx e,

where Y, @, ¥ and Q are positive scalar weights.

By including the terms Ax,e, and Ax,e, in the cost
function (11), €, and €, will be assigned values depending
on the sign of Ax,. Although the cost of assuming a nonzero
value depends on Ax, there is no guarantee that in some
situations, the slack variables will not assume a nonzero
value and thereby affecting the constraints in an undesirable
manner.

This risk can be reduced by appropriately weighting the
variables (Y, @) in the cost function.

However, even though this formulation can be written as
a QP, the formulation is not convex since the terms Ax,e,
(and Ax,e, . if included) renders H in (9) to not be positive
semi-definite.

In a second approach, in order to compensate for the
negative eigenvalues of H caused by the Ax,e, and Axe, |
it is necessary to include Ax,* € _Z2 and € -~ in the cost
function. This allows the collision aV01dance constraints to
be written as in (7)-(8) while keeping the problem formu-
lation convex by setting:
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Hp-1
Jr=Jy = Z ygxﬂ( —(I>£er +
k=0

(12

YA e, + QAxE,, + AAX] + O ot r.sﬁrk

where Y, @, W, Q, A, © and I are positive scalar weights.

However, the problem that the slack variables will assume
a non-zero value irrespective of the sign of Ax, and thereby
affecting the constraints in an undesirable manner remains.
Also, by introducing Ax,>, €, *and €, * in I, there is a high
cost associated with overtaking and driving away from a
slower moving vehicle i. The high cost can cause undesir-
able behaviour in that the host vehicle e adapts to the
velocity of the overtaken vehicle i rather than maintaining its
desired reference velocity, once the overtake manoeuvre has
been performed. This problem can be reduced by removing
the constraint once the overtaking manoeuvre has actually
been performed, but the problem still remains in the opti-
mization over the prediction horizon.

As described in the second approach, including the terms
Ax.e, Axe, Ax%e Zand e, *in], (12) provides a convex
QP formulation of the collision avoidance problem. How-
ever, the approach has some limitations and thus a third
approach for formulating the problem is suggested.

In this third approach the terms Ax,e, , AxkexrkAx,f,eX/k2
and Ex,: are removed from J, (12) and the following con-
ditions are instead imposed

OsAxk+§eX/k
0=Ax;+Ce, 13)
where T is a positive constant.

By penalizing €, and €, these slack variables should not
be assigned non-zero values unless required to fulfil condi-
tion (13) and thereby only affect the collision avoidance
constraints ((7), (8)), when appropriate.

A challenge with this approach is in weighting the cost of
€, and €, so that these variables will not take a non-zero
value when undesirable but still not be to costly for the
constraint (13) to be satisfied when IAx,| is large.

An approach to overcome this difficulty is by utilizing the

replanning nature of the MPC methodology, and fix the
weights (Y, @) of €, and €, proportional to Ax before each
optimization cycle.

In order to provide collision avoidance, if in fact a
collision free trajectory exists, the collision avoidance con-
straints should be robust. As mentioned in approaches 1-3,
a main problem when introducing slack variables is to
weight them appropriately in the optimization cost function.
Since an optimal or even satisfactory weighting can be
difficult to achieve for general scenarios, a possible fourth
approach is to allow the slack variables associated to the
forward collision avoidance constraint to adopt a positive
value if and only if the host vehicle e has either changed
lanes or passed the surrounding vehicle i. Then the FCC
becomes

14
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where the parameters
d=-Ax

¢~min(y,IAx])

are all set before, and kept constant, at each optimization
cycle, and €, =Ay,-0,, €,20. Hence €, will only relax the
constraint if the host vehicle e has passed the overtaken
vehicle i. Likewise, €, 20 if Ay=0,, and the slack variable €,
will only positively relax the FFC if the host vehicle e has
changed lane (o,, denotes the left lane center). The slack
variable €, is penalized heavily in the cost function and will
thus only affect condition (14) if no other feasible options
exist. Why ¢,is set as ¢, =min(1,|Axl), (=0), is in order to
reduce the impact of €, <0 when |Ax| is large.

The main drawback of formulating the forward collision
constraint in this manner, is that during an optimization
cycle a full overtake manoeuvre can never be achieved. This
is because over the prediction horizon, the constraint is only
softened when the host vehicle e is in the adjacent lane.
Thus, only when the host vehicle e has actually passed the
surrounding vehicle i1 can the constraint be removed (i.e.
ey/kEO) and the host vehicle e is allowed to return to its
original lane.

The main advantage is that forward collisions may be
avoided if a collision free trajectory actually exists.

The RCC can be formulated as

Axy
L,

A 15
+ﬂ—6sx +ey =1 15
w rk

where €,,=0.
The cost function for this approach is set as

gy oy N-l, 2. = 2
Ja=Jo"E0 XEx HEE,

(16)
where % and = are positive scalar weights.

The above four approaches for decision making and
collision free path planning where implemented as an opti-
mization problem according to (9) with corresponding cost
function and constraints for each approach using Matlab.

In order to investigate the performance of the different
approaches for the considered traffic situation of the host
vehicle e driving on a straight two-lane, one-way road with
one other vehicle i1 present, three scenarios are considered:

The host vehicle e is approaching the surrounding vehicle
i which is travelling at a velocity just below the host
vehicle’s reference velocity.

The host vehicle e is approaching the surrounding vehicle
i which is travelling at a velocity below the host vehicle’s
reference velocity.

The host vehicle e is approaching the surrounding vehicle
i which is travelling at a velocity much below the host
vehicle’s reference velocity.

For all scenarios it is assumed that the host vehicle e
initially travels at its reference velocity (v,,,=20 m/s) in the
right lane, and that the surrounding vehicle i is travelling at
constant velocity in the right lane throughout the simulation.

For each of the described scenarios the respective initial
conditions are given in Table 1.

The general design parameters for the decision and con-
trol algorithm (9) are given in Table II and the design
parameters for each approach is given in Table III where

v = vol’ an
fu =mi,{—|v flov‘)' ,300]+0.5

fay = vrer = vol* +0.5
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-continued

Vier — Vol®
fu =mn{—| s o ,50]+0.5

These weight functions (17) are a result of parameter
tuning and allow the cost contribution of the host vehicle’s
velocity to be limited when the relative velocities are large,
thus allowing deceleration when appropriate as in scenario
2 and 3. Another aspect of (17) is that the velocity weight
will still be significant when the relative velocity is small
thus bringing the host vehicle e forward. The parameter
values not given in Tables II-1II are considered unbounded.

It is to be noted that the weight functions (17) as well as
other parameter values are solely provided for this example
and may be chosen differently without altering the model
concept or algorithm.

Please note that for approach 1 and 2, the RCC (8) where
not included in the simulation since the problem of selecting
appropriate weights is much complicated by the fact that
conditions (7)-(8) leads to conflicting terms (i.e. 1I’Axke)%+
QAxge, ) in (11). This conflict is thus resolved by removing
the RCC ((8)) and corresponding terms in (11). Removing
the RCC might be considered quite controversial. However,
by increasing the weight Y, the distance where to deactivate
the FFC can be determined and thus allowing the host
vehicle e to return to its original lane once the overtaken
vehicle 1 has been passed.

In FIGS. 6-8 the relative position trajectory of the host
vehicle e and surrounding vehicle i, as well as the velocity
profile of the host vehicle e are shown for all four
approaches in each of the three scenarios. For scenario 1 in
FIG. 6 which illustrates the relative position trajectory of the
host vehicle e and surrounding vehicle i as well as the
velocity profile of the host vehicle e for the first scenario, it
can be seen that for approach 1 and 4 the host vehicle e
adjusts its velocity to the surrounding vehicle i and follows
it in the right lane rather than initializing an overtake
manoeuvre, as is the case for approach 2 and 3.

Why the overtake manoeuvre is performed in approach 2
can be explained as a consequence of the Ax,” term in (12)
and thus the overtake manoeuvre will be initialized inde-
pendent of the relative velocity of the host vehicle e and
surrounding vehicle. As to why or why not an overtake
manoeuvre is initialized for approaches 1, 3, and 4, this is a
consequence of the design parameters which are chosen to
get as satisfying result as possible for many different sce-
nario settings.

For scenario 2 all approaches results in an overtake
manoeuvre, without violating the collision avoidance con-
straints. Noteworthy is the behaviour resulting from
approach 2 where the host vehicle e showcase oscillatory
lane change behaviour and velocity profile as consequence
of the squared terms in (12), see FIG. 7 which illustrates the
relative position trajectory of the host vehicle e and sur-
rounding vehicle 1, as well as the velocity profile of the host
vehicle e for the second scenario.

When the relative velocity is further increased in scenario
3, shown in FIG. 8 which illustrates the relative position
trajectory of the host vehicle e and surrounding vehicle i,

as well as the velocity profile of the host vehicle e for the
third scenario, only approach 3 and 4 results in an appro-
priate manoeuvre, ie. reducing the velocity of the host
vehicle e in order to perform an overtaking manoeuvre while
keeping safe distance to the surrounding vehicle i. This
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scenario displays the importance of selecting appropriate
design parameters and formulate constraints that are only
relaxed when appropriate.

Thus, presented above is a high-level control scheme for
fast predictive manoeuvre generation for automated driving.
Utilizing the structured environment of one-way roads,
collision avoidance constraints have been linearly formu-
lated, allowing the path planning problem to be solved as a
QP. Four approaches to formulating the safety constraints
have been discussed and although interesting as an intro-
duction to the complexity of formulating decision making
and path planning with collision avoidance constraints as a
QP, approach 1 and 2 have been shown by simulation and
reasoning not to give satisfying results.

However, approach number 3 provides a scheme that with
appropriately weighted design parameters results in suitable
manoeuvre generation. Further, approach number 4 has
likewise shown promising results as well as being able to
provide collision avoidance if a collision free trajectory exits
that satisfies the system constraints.

Thus, hereby is envisaged an arrangement for manoeuvre
generation for automated driving on a one-way road of a
vehicle e hosting the arrangement, the host vehicle e further
comprising one or more advanced driver assistance systems.
The arrangement comprises: a controller arranged to repeat-
edly, with a fix time interval, determine a collision free
reference trajectory for longitudinal and lateral movement of
the host vehicle e allowing the host vehicle e to retain a
desired velocity and maintain the host vehicle e in a pre-
ferred lane utilizing model predictive control and quadratic
program formulation. The controller is further arranged to
utilize a control scheme where the structured environment of
the one-way road is exploited in order to linearly formulate
collision avoidance constraints. The controller is still further
arranged to perform the manoeuvre generation through the
solution of the quadratic program and to control the one or
more advanced driver assistance systems to perform the
generated manoeuvre.

In embodiments hereof the controller is arranged to
determine the collision free reference trajectory for longi-
tudinal and lateral movement of the host vehicle e through
solving an optimization problem minimizing a path perfor-
mance index la subject to host vehicle e dynamics 1b,
convenience/comfort constraints lc and safety constraints
1d.

In further embodiments hereof a set of difference equa-
tions 2a-2d is used to model the host vehicle e dynamics 1b
relative to its surrounding vehicles i in a road aligned
coordinate frame.

In yet further embodiments hereof a set of convenience/
comfort constraints 3a-3f is enforced, for ensuring determi-
nation of convenient and smooth trajectories for longitudinal
and lateral movement of the host vehicle e.

In still further embodiments hereof a set of collision
constraints for ensuring that the host vehicle e is restricted
to stay outside safety critical regions is used, which set
includes one or more of: a requirement that the vehicle stays
on the road 4; Forward Collision Constraints 5, 7; and Rear
Collision Constraints 6, 8.

In embodiments hereof the one or more advanced driver
assistance systems (ADAS), comprises at least one of an
adaptive cruise control (ACC) and a lane keeping aid (LKA)
system, with the actuators and sensor arrangements nor-
mally associated with these systems, such as one or more of
a radar sensor, a laser sensor, a lidar sensor, an ultrasound
sensor, an infrared sensor, an image sensor, or any combi-
nation thereof
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According to the present application is also envisaged a
motor vehicle that comprises an arrangement for manoeuvre
generation for automated driving on a one-way road of a
vehicle (e) hosting the arrangement, as described herein.

Further, according to the present application is also envis-
aged a method for manoeuvre generation for automated
driving on a one-way road of a vehicle (e) hosting the
arrangement, the host vehicle (e) further comprising one or
more advanced driver assistance systems, where the method
comprises the steps of: repeatedly, with a fix time interval,
determining a collision free reference trajectory for longi-
tudinal and lateral movement of the host vehicle (e) allowing
the host vehicle (e) to retain a desired velocity and maintain
the host vehicle e in a preferred lane utilizing model pre-
dictive control and quadratic program formulation; utilizing
a control scheme where the structured environment of the
one-way road is exploited in order to linearly formulate
collision avoidance constraints, performing the manoeuvre
generation through solving the quadratic program, control-
ling the one or more advanced driver assistance systems to
perform the generated manoeuvre.

Although the above description only describes two lane
one-way roads, the teachings provided herein may, without
loss of generality, be expanded to consider roads having
more lanes through formulating and solving several qua-
dratic programs.

The above-described embodiments may be varied within
the scope of the following claims.

Thus, while there have been shown and described and
pointed out fundamental novel features of the embodiments
herein, it will be understood that various omissions and
substitutions and changes in the form and details of the
devices illustrated, and in their operation, may be made by
those skilled in the art. For example, it should be recognized
that structures and/or elements and/or method steps shown
and/or described in connection with any disclosed form or
embodiment herein may be incorporated in any other dis-
closed or described or suggested form or embodiment as a
general matter of design choice.

While exemplary embodiments are described above, it is
not intended that these embodiments describe all possible
forms of the disclosure. Rather, the words used in the
specification are words of description rather than limitation,
and it is understood that various changes may be made
without departing from the spirit and scope of the disclosure.

What is claimed is:

1. An arrangement for maneuver generation for automated
driving on a one-way road of a vehicle (e) hosting the
arrangement, the host vehicle (e) comprising one or more
advanced driver assistance systems, the arrangement com-
prising:

a controller configured to repeatedly determine a collision
free reference trajectory for longitudinal and lateral
movement of the host vehicle (e) allowing the host
vehicle (e) to retain a desired velocity and maintain the
host vehicle (e) in a preferred lane of a road utilizing
model predictive control formulated as a quadratic
program;

a communications interface for providing communication
between the controller and the one or more advanced
driver assistance systems;
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the controller further being configured to utilize a control
scheme where a structured environment of the one-way
road is exploited in order to linearly formulate collision
avoidance constraints;

the controller further being configured to perform the
maneuver generation through solution of the quadratic
program,

the controller further being configured to control the one

or more advanced driver assistance systems to perform
the generated maneuver.

2. The arrangement according to claim 1 wherein the
controller is configured to determine the collision free
reference trajectory for longitudinal and lateral movement of
the host vehicle (e) through solving an optimization problem
minimizing a path performance index subject to dynamics of
the host vehicle (e), convenience/comfort constraints and
safety constraints.

3. The arrangement according to claim 2, wherein the
controller is configured to use a set of difference equations
to model the host vehicle (e) dynamics relative to surround-
ing vehicles (i) in a road aligned coordinate frame.

4. The arrangement according to claim 2, wherein the
controller is configured to use a set of convenience/comfort
constraints for determination of convenient and smooth
trajectories for longitudinal and lateral movement of the host
vehicle (e).

5. The arrangement according to claim 1, wherein the
controller is configured to use a set of collision constraints
to ensure the host vehicle (e) is restricted to stay outside
safety critical regions, which set includes one or more of a
requirement that the vehicle stays on the road, forward
collision constraints, and rear collision constraints.

6. The arrangement according to claim 1 wherein the one
or more advanced driver assistance systems, comprises at
least one of an adaptive cruise control and a lane keeping aid
system, including actuators and sensors associated there-
with.

7. An arrangement for maneuver generation for automated
driving of a vehicle on a one-way road, the arrangement
comprising:

a host vehicle (e) comprising one or more advanced driver

assistance systems:

a controller configure to repeatedly determine a collision
free reference trajectory for longitudinal and lateral
movement of the host vehicle (e) allowing the host
vehicle (e) to retain a desired velocity and maintain the
host vehicle (e) in a preferred lane of a road utilizing
model predictive control formulated as a quadratic
program;

a communications interface for providing communication
between the controller and the one or more advanced
driver assistance systems:

the controller further being configured to utilize a control
scheme where a structured environment of the one-way
road is exploited in order to linearly formulate collision
avoidance constraints:

the controller further being configured to perform the
maneuver generation through solution of the quadratic
program,

the controller further being configured to control the one
or more advanced driver assistance systems to perform
the generated maneuver.



US 9,469,296 B2

17

8. A method for maneuver generation for automated
driving on a one-way road of a host vehicle (e) comprising
one or more advanced driver assistance systems and a
controller, the method comprising:

repeatedly determining, by the controller, a collision free

reference trajectory for longitudinal and lateral move-
ment of the host vehicle (e) allowing the host vehicle
(e) to retain a desired velocity and maintain the host
vehicle (e) in a preferred lane utilizing model predictive
control formulated as a quadratic program;

utilizing, by the controller, a control scheme where the

structured environment of the one-way road is
exploited in order to linearly formulate collision avoid-
ance constraints;

performing the maneuver generation through the control-

ler solving the quadratic program; and

controlling the one or more advanced driver assistance

systems to perform the generated maneuver.

9. The arrangement according to claim 2 wherein the
controller is configured to use a set of difference equations
to model the host vehicle (e) dynamics relative to surround-
ing vehicles (i) in a road aligned coordinate frame, the set of
difference equations comprising:

Axik—AJCZ.H+\/I.511—v)%1

h;
I Vet

+a, h; and

Xt

vxk:vxkfl

Yo Vi

+aykh;
wherein,
Ax, is a longitudinal distance between a surrounding
vehicle i and the host vehicle e at a time instance k;
Ax,  is a longitudinal distance between the surrounding
vehicle 1 and the host vehicle e at a previous time
instance k-1;

v,, is a longitudinal velocity of the surrounding vehicle i at
the instance k;

h is a sampling time;

v, , 1s a longitudinal velocity of the host vehicle e at the
previous instance k -1;

y, is a lateral position of the host vehicle e at the time
instance k;

V. 1s a lateral position of the host vehicle e at the time
instance k-1;

v,, is a lateral position of the host vehicle e at the previous
instance k;

v, is a longitudinal velocity of the host vehicle e at the

instance k;
;,, 1s a longitudinal velocity of the host vehicle e at the
previous instance k -1;

a,, is a longitudinal acceleration of the host vehicle e at the
instance k;

v,, is a lateral velocity of the host vehicle e at the instance

Vv

v, , 1s a lateral velocity of the host vehicle e at the
previous instance k -1; and
a, is a lateral acceleration of the host vehicle e at the
sampling instance k.
10. The arrangement according to claim 2 wherein the
controller is configured to use a set of convenience/comfort

constraints for determination of convenient and smooth
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trajectories for longitudinal and lateral movement of the host
vehicle (e), the set of convenience/comfort constraints com-
prising:
(a) Osv, =v,,, wherein v, is a longitudinal velocity of the
host vehicle e at a specific time instance k, and v, is
a specified reference longitudinal velocity;

(b) v, =v,=v, , wherein v, is a lateral velocity of the

in P Vrax TV ) ot

host vehicle e at the instance k, v, is a minimum
in

lateral velocity, and v,, is a maximum lateral velocity;

(c)a, =a,=a, ,whereina, isalongitudinalacceleration
of the host vehicle e at the instance k, a, is a minimum
longitudinal acceleration, and a, _1is a maximum lon-
gitudinal acceleration;

(d)a, =a _=<a, , wherein a, is a lateral acceleration of
Vimin VK Vpa e : -
the host vehicle e at the instance k, a, is a minimum
in
lateral acceleration, and a, is a maximum lateral
e
acceleration;

(e) Aa, =<Aa <Aa,_ , wherein Aa, is a difference
between a longitudinal acceleration of the host vehicle
e at the instance k and a longitudinal acceleration of the
host vehicle e at a previous time instance k-1, Aa_  is
a minimum longitudinal acceleration difference, "and
Aa, is a maximum longitudinal acceleration differ-
encz:? and

(D) Aa, =<Aa,<Aa, ,whereinAa, isa difference between
a lateral acceleration of the host vehicle e at the
instance k and a lateral acceleration of the host vehicle
e at the previous time instance k-1, Aa,, _ is a minimum
lateral acceleration difference, and Aa, is a maximum
lateral acceleration difference.

11. The arrangement according to claim 1 wherein the
controller is configured to use a set of collision constraints
to ensure the host vehicle (e) is restricted to stay outside
safety critical regions, which set includes one or more of:

a requirement that the vehicle stays on the road formu-
lated as V,,;,<Y+=Y mar Wherein y, is a lateral position of
the host vehicle e at a specific time instance k, y,,,;, 1S
a minimum lateral position, and y,, . is a maximum
lateral position;

forward collision constraints

Axiy  Ayi, A A
ﬂiﬂzlandﬁiﬂ+sx =1,
Ls w Ly = W 3
with

1
Lf:vx0f+Lc,W:EWL+WC,and05£X

=g
K = fmax

wherein Ax, is a longitudinal distance between a sur-
rounding vehicle i and the host vehicle e at a specific
time instance k, Ay, is a lateral distance between a
surrounding vehicle i and the host vehicle e at the
instance k, v, is a longitudinal velocity of the host
vehicle e at the instance k, 8,is a desired time gap to a
surrounding vehicle in front i, L, is a longitudinal
length of the surrounding vehicle i,/1;2W/, is half a lane
width, W_ is a width of the surrounding vehicle 1, €, a
is a forward shifting factor, and € is a maximum
forward shifting factor value; and
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rear collision constraints
Axiy :Ay—l" =< -1 and Ax + Aﬂ +&, <-1,
L, w L~ W 7 5
with
10

1
Lo=v0,+L, W= 5WL + W,, and S S, < 0,

wherein 0, is a desired time gap to a surrounding
vehicle behind i, €, is a rearward shifting factor, and

E;
X s
Tmin

. .. i 20
is a minimum rearward shifting factor value.

#* #* #* #* #*
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